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ABSTrAcT
This thesis developed from an interest in pedestrian infrastructure and motorised transport. No investigation 
into the current situation is needed to establish the fact that these two entities struggle to find a 
balance in the urban and suburban landscape. What does however need investigation is the small pockets 
throughout the landscape that achieve a balance.
 rosebank was chosen as it appears to be one of those pockets where a balance is achieved. However, with 
the introduction of a major Gautrain underground train station with Oxford road being streamlined above it 
and an expected 100 000 daily commuters, the balance will be disturbed.
 The current station proposal turns its back on the pedestrian realm and promotes motorised transport 
with little understanding of how such a station can have a positive impact on the urban landscape.
 This thesis attempts to explore the Gautrain train station as more than just a single idea. Through 
local investigation it concludes that all forms of transport must be considered when implementing new forms 
of public transport. An equitable balance must be achieved throughout the entire project.
 It further explores and implements the theory of linking spaces and commuters throughout the project. 
It considers various forms of how this can be achieved and finally how visual linkage can be used to guide 
commuters through what can be a disorienting experience.
 A large amount of time was spent on site to test theories, gain an understanding of pedestrian and 
motorist’s needs and to fully understand the potential dynamics of how a transport interchange would affect 
the existing urban fabric.
 The project is a 
transport interchange 
using the Gautrain station as the nucleus for the platforms, station buildings, new taxi rank, new private 
taxi pick up point and BrT stations.
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1.introduction
2Everyday, millions of pedestrians and motorists encounter the same space 
with few accidents. At first the motorist had to make way for the 
pedestrian. Now the pedestrian has to make way for the motorist. i
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4THE PrOPOSITION
”In South Africa, the concept of urban transportation as a 
system involving all modes of private and public transport has 
yet to be recognised in the function of local government.” 
(Floor 1968: 7).
 
Floor’s comment on the South African situation was made forty years ago 
and seems to be still relevant in today’s urban landscape, so much so 
that the government, through legislation, actively promote the use of 
public transportation (Metrorail 2006).
rosebank, through various reasons seem to attract pedestrians that form a 
major component of the urban scene. These pedestrians unfortunately find 
themselves in a realm that is not well articulated. A personal interest 
in the automobile, their infrastructure and urban public space led to 
a concern on how these entities can be integrated to form an equitable 
partnership.
This thesis will consider movement (pedestrian and motorised) in an urban 
context. It will use rosebank precinct as a foundation where both types 
of movement cohabit the same space with little struggle. The project will 
consider the Gautrain train station as a generator for the design.
The thesis will address the imbalance of pedestrian movement and through 
the creation of a modal interchange, attempt to integrate various movement 
systems. In order to promote movement through the site, the thesis will 
consider: the notion of space that becomes place, and the creation of 
linkages as a mechanism of way finding throughout the site. The site and 
building must act as a generator for the promotion of neighbourhood links 
and also the equitable promotion of pedestrian and public transport. i
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5The consumer is bombarded with advertisements that explore the reality of our aspirations. Speed is 
visually portrayed through a multitude of graphic formats, glass roofs allow for a freedom in the 
third dimension, small cars supposedly zip through the city leaving a trail of joy behind. cars choose 
people now, we don’t have a choice anymore and driving fast is epitomised by some who wants you to fly 
rather than drive.
The advertisements continue and proudly announce the “fastest way around the world” (who has the time 
to attempt such explorations). It seems without your 4x4 to take you to the “brave new world” your 
bed time stories are going to be quite dull. Some don’t even deny the fact that theirs is larger than 
your life.
However, as subtle or indirect everyone wants you to enjoy speed, freedom and comfort, none says it 
best as the company that fully utilised the system of mass production – 
“Now comes with added freedom”.
6THE cAr
There is no doubt that driving ones car is a pleasurable experience. 
It represents freedom to go anywhere and provides you with endless 
comforts to do so. The car has proven itself to be the most convenient 
tool to “go anywhere, do anything”. The car has also become an icon for 
speed, Not at anytime in history have we had the ability to go so fast, 
anywhere. The experience of car culture cannot get any better. We are no 
longer dependent on proximity but only on a convenient connection of one 
destination to the other (Klose 1965: 9).
The ability to endless travel has made urban sprawl easier and more 
acceptable. The dilemma is that the car has put pressure on a system that 
is already limited for space. We are now confronted with endless roads, 
parking lots and drive thrus. The cityscape and landscape is forced to 
contort around the abilities of the car. You identify your neighbourhood 
through its traffic jams, frequency of accidents and exhaust fumes. We 
live in the landscape of the car, the landscape of carchitecture.
The visionaries of the postfuturist era had a high optimism that the car 
would shape the city of the future (Anderson 1978: 189). In essence they 
could not have been more accurate and also devastatingly mistaken. The 
car indeed shaped the prosperous future and has become so embedded in 
our society that we cannot completely eradicate it, because to 
“to ban the car is to ban life” 
(Bell 2001: 15).
It has become an extension of our very being: socially and economically. 
Both used blatantly to measure your status and prosperity against your 
“invisible neighbour”. There is no denying that even after more than 100 
years of technological advances, no other modern device still demands so 
much attention with every new model launched.
 
There is a constant need to know or have the latest car. This need could 
see the growth of the car beyond what the urban realm can take. A balance 
between freedom and power must be recommended.
carchitecture 
(car-key-tech-ture); in the wake of 
the car, just like a wakeboarder, 
buildings have to shape, form, roll, 
jump around what the car leaves 
behind (Bell 2001: 12).
The Magaliesberg and Hartebeespoort 
dam has become a quick escape for 
those who have grown tired of t he city 
life. In less than one hour you are 
able to explore the great outdoors, 
courtesy of the car. However, on a 
recent visit, I was quite amused by 
the bopping heads of visitors of a 
well know restaurant close to the 
r512. With every passing roar of car 
or motorbike, conversation would 
stop; each one would turn their ears 
to the road to assess what just flew 
by.  Intricately identifying the 
noise and arguing over who was right 
or wrong.
Some even jumped from their seats. 
It seemed that the only discussion 
that could be done was that of cars. 
The culture of breakfast runs (to 
enjoy a casual ride to the outskirts 
of the city) has become a race track 
to the outdoors and back. Even out 
there, when we are suppose to be 
free of the car culture; we still 
seem bound by the other aspects of 
it.    
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7All streets lead to the highway.
route that creates context.
The highway’s imposition on the 
landscape.
Above: Without acknowledgement of the path, it will not be accepted.
Below: The single, deep track is evident of its frequent usage.
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THE STrEETS
The street has become a traffic channel that encourages high speed traffic 
flow and the road has been made a machine for circulation (von Moos 1979: 
196).The role of the street is more important than just the provision 
of a hard surface for motorised transport. As such its serviceability to 
the masses has been reduced through the creation of more asphalt. Too 
little consideration is given to the street edge. Designers focus on the 
building and the immediate building surround, ignoring the remainder of 
the public space as a municipal problem.
Joseph rykwert, a professor of architecture at the University of 
Pennsylvania, identifies street in his essay ‘The Street’ as human movement 
institutionalised (Anderson 1978: 15). This means that humans create a 
pathways for others to follow. Only once this pathway is recognised by the 
community does it become a street. He continues to state that the street 
in its basic form is merely a space that is distinguished by its surface, 
it doesn’t necessarily have to be functional and could potentially lead 
to nowhere. Where the road suggest movement to a destination, street 
suggest life to road.
Standford Anderson in his book On 
Streets comments on the rich texture 
of activities and significance 
associated with streets:
“Streets are integral parts of our 
movement and communication networks; 
they are places where many of our 
conflicts or resolutions between 
public and private claims are accessed 
or actually played out. They are 
the arenas where the boundaries of 
conventional and aberrant behaviour 
are frequently redrawn.” 
(Anderson 1978)
The pedestrian define the street.
The car define the street.
9The Parisian city planner, Baron 
Haussmann had grand dreams for Paris 
(1853-1867). Haussmann, according to 
the Parisian Emperor Louis Napoleon, 
was to disembowel Paris and rid it 
of its dark patches, its cancerous 
elements. The scheme was to replace 
alleys with well lit streets and 
streets with boulevards; linking and 
creating effective communication 
links through the city. Haussmanns 
plans were eventually implemented 
with an artefact that contained 
within it the solution to all urban 
problems, that united technique and 
form. 
The artefact was the boulevard. 
(Miller 1988: 17).
Plan of Paris 1839 
(Anderson 1978: 88).
Plan of Paris 1876 
(Anderson 1978: 89).
The boulevard (Anderson 1978: 92).
The avenue (Anderson 1978: 92).
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The street is an index for space, not only in the cross section but also 
the longitudinal section (above left). It is part of the urban structure 
that denotes links with spaces throughout the urban framework. This 
index can be read in three forms. Firstly by the physical constraints of 
context, secondly the connection achieved on foot and lastly those done 
by motorised transport (Anderson 1978: 1).
A balance must be attained with this index in mind when designing for 
the city. Studies by the urban theorist, Jane Jacobs has shown that human 
interaction on street level creates an acceptable social standard within 
the community. Designers cannot through their own agenda alienate that 
social space.
One cannot romanticise the role of the street. The reality is that we 
cannot create lavish boulevards or redesign and replace entire cities. 
Street design should evolve from a mere residual space to a more thought 
out space where the public and private have an opportunity to engage. 
The equally balanced hierarchy of the street must reinforce this meeting 
place (Anderson 1978: 16). i
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has no markings, clear beginnings or 
ends and no enforcement. The mere 
acknowledgement of context gives 
character to the street. The street 
is only limited to context and grows 
with context. It follows the context 
and has the ability to extend in all 
directions.
Foot: The street is visible. It is 
at a scale which one can enjoy by 
foot. It is the pathway pounded out 
by foot, either in the grass or the 
mall. It is constrained by walking 
distance. Expansion is limited.
Motorised: The highway, artery, 
main road. This is not a place for 
context or foot. context is patches 
along the fast moving route that is 
difficult, almost impossible, to 
reach, Foot is that thing you aim 
for while travelling at high speed. 
It does not belong. Feet don’t have 
civilised conversations here. This 
is the street that links you from 
city to city.
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An island building identified by the 
route one has to take to get there.
An edge building identified by the 
parking availability.
The building hidden in the corner by 
a sea of road surface.
The Johannesburg landscape is littered with interchanges 
(INTErNET.www.maps.google.com).    
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THE NON-PLAcE UrBAN rEALM
Is it true we can only experience the urban realm through the windows of 
our cars? Is private motorised transport the new urban experience?
Traditionally roads have been the social spaces of the city 
(Klose 1965: 9) but the exponential growth of car culture has led to the 
creation of non urban space (Miller 1988: 1). Approximately half of our 
cities are covered with asphalt, forty percent of the left over space is 
covered with buildings and the remainder are left for the pedestrians. 
There is also a steady increase in the by-product of car culture which 
in turn has placed added pressure of the urban space.
 
“..the road has been made a machine for circulation” 
von Moos 1979: 196.
The non place urban realm indeed has created something else. Through our 
continued use of these by-products of car culture, transitory spaces 
have become communities within themselves. Filling stations has become 
the new mini malls where you drive to, shop, have a bite to eat and fill 
your car (Bell 2001:40). The drive thru has become the generator for 
lunch time interactions (ironically with their well manicured patches of 
green, meticulously kept plants and solitary benches, people still find 
it a better alternative to consume their meal in the car).
Is the by-products of car culture therefore creating an urban crisis? 
In the early 1900’s the Parisian architect, Henred already suggested 
multi level car parks. 65 Years later, the well know modernist architect 
Louis Khan also suggested multi storey car parks that would also become 
a community within itself (Anderson 1978: 311). His vision extended 
further where these giant non urban spaces would be pushed the edges of 
the city, inherently forming gateways to the city. In some sense the city 
is already polarised in this fashion i.e. our massive shopping centres, 
surrounded by a sea of parking at the edge of the city.
crisis? Unless we are prepared to accept more non urban space, there will 
have to be a shift in the thinking of designers a car culture.
by-product
(bye-pro-dukt); the construct of 
car culture where little few human 
beings dare to set foot: 
bypasses, 
flyovers, 
carparks, 
showrooms, 
junkyards, 
trafficlights, 
rules and regulations, 
roundabouts, 
t-junctions, 
garages, 
car crashes and toll booths.
The relationship between people and 
the environment is transactional as 
long as there is contact.
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Sprawl
The traditional city was limited to its 
growth around cbd which was the point 
of activity. The limitations were 
either landscape or accessibility. 
The growth of the cbd was related to 
the existing road infrastructure and 
private mode of transport (walking 
or riding distance). The centre of 
the city was emphasised as it was 
the most accessible.
With the advent of the car the city 
has grown exponentially outwards 
and along motorway infrastructure. 
The cbd has lost its importance and 
new cbd’s has been created along 
the motorway paths. The increasing 
dependence on private transport and 
lesser demand on public transport 
however have left the “old” cbds in 
a state of derelict.
VS
The western suburbs of Joahannesburg has exponentially grown along transportation 
routes and shopping centres (INTErNET.www.maps.google.com).    
14THE cITY
The freedom of man has expanded his living space, the footprint and the 
character of the city is changing. As the car has banished life from the 
street, man has to find life elsewhere. He builds a house in the “country” 
to which he can conveniently travel, but the house he leaves behind in 
the city now becomes a slum, not fit for living (Klose 1965: 9). However 
the city extended the highways out to create future connections that 
must always be convenient for the commuter. The improvement in speed and 
comfort of vehicles over time has led to the radius of commuter traffic 
extending beyond 100 kilometres of one way travel.
 
The city is growing exponentially and there is no desire for 
car culture to decrease.
Typical characteristics of the urban scene is the concentration of 
activities such as commerce and cultural and also the clear distinction of 
land use (Klose 1965: 13). On the other hand the new city is characterised 
by elements that reinforces the car dominated culture: suburban sprawl, 
monotony of residences, lack of coherent land use and low population 
density – all non urban features. Miller (1988: 16) outlines the urban 
problem within a pluralistic society. It identifies multiple professionals 
engaging the same fabric from a multitude of perspectives. Each applying 
the rules of their trade to the design as they see fit. The singular 
design however happens within a larger, phased master plan with its 
own independent designers. This all culminates into a change on the 
urban landscape that is incremental and haphazard. Not only is there 
an objective degree of separation but this separation can further be 
reinforced over time, through politics and cultural differences.
The city as a whole loses its harmonising quality of character and easily 
forgets about the key elements of the city and its inhabitants. A different 
approach is required to the urban sprawl, a different mindset.
“The motor car has killed the great city; the motor must save 
the great city.” Le Corbusier (Bell 2001: 31). i
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The city identified by movement and 
infinite growth.
The city identified by the urban 
fabric.
The city identified through its links 
to other cities.
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This series of photographs indicate the slow but steady decline of sidewalk space over 
a walk taken from the Johannesburg cBD to Braamfontein. The width of the sidewalk 
gradually decrease to a point where it is non existent.
Did you know? There is only one 
point of entry to the University 
of the Witwatersrand for visiting 
pedestrians. Unless you have a car 
you cannot enter the university.
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THE PEDESTrIAN
The pedestrian realm has ever so slowly been reduced to a couple of 
centimetres over the years. He is in a constant struggle against the 
space that is provided for him and the speed of which he can travel. He 
is being prejudiced because on average he can only walk five kilometres 
an hour (a car travelling the speed limit in urban areas covers the same 
distance in five minutes).
The traditional city was designed to accommodate pedestrian 
movement (Floor 1968: 16). 
New city design is no longer restricted to walking distances and revolves 
around the transportation routes and links. This creates an imbalance 
between motorised (the favoured) and non-motorised transport.
The pedestrian finds himself in that ever dangerous space that 
is the street.
The planning of the modern street is a result of a scientific and 
technical approach. rules and regulations of local authorities dictate 
the design of streets. The spirit of the design in relation to context 
has been lost. This technical approach has led to the degradation of the 
pedestrian realm. There is no more space and significance in the street 
edge anymore.
The result of change should not be perpetuated by the car but through the 
balance of motorised transport and pedestrian movement. A consideration 
will have to be made to change the position of the pedestrian to be 
more prominent in the street hierarchy. This does not necessary mean a 
complete separation but more of melting, a sustainable balance between 
the two (Bell 2001: 32). i
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“The motorcar ended the pedestrian 
scale of the suburb. No longer a 
neighbourhood unit, it has diffused 
into a low density ‘formless urban 
exudation’, or ‘slurb’, with a 
‘demonic addiction to automobiles’. 
Neither complementing, nor 
supplementing public transport, the 
private car has become the sole means 
of many..” 
extract from The Urban Transportation 
Problem in South Africa (1968) by 
B.Floor of the Transport research 
centre.
17
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cONcLUSION
 
“The private car makes our cities less habitable: it kills, it maims, and 
it loads the air with its noise and its exhausts. It consumes petroleum 
and is very expensive to run. Any system which relies heavily on it is an 
inequitable system, since the access of those without cars is inevitably 
poorer than that of drivers.”
“Equity suggests that we need two converging technical innovations: a 
public vehicle whose routes can be more finely and widely dispersed, and 
which can be more responsive to scattered individual destinations; and 
private vehicles which are less polluting, less dangerous and costly, 
and more easily used by those now able to drive.”
“Adaptability will favour simple, plural means and non 
specialised channels.”
 
Kevin Lynch (1992: 273) 
Everyday, millions of pedestrians and motorists encounter the same space 
with few accidents. 
What happens when we design for both pedestrian and motorist’s needs 
equally?
2.walking rosebank
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WALKING rOSEBANK
rosebank lies to the north west of the Johannesburg cBD on one of the 
main arterial routes to Sandton. The suburb is part of the original 
farm, rosemill Orchards. The suburb had a strong British community and 
in 1919 the city council renamed the streets in honour of the British 
Admirals active in WWI. In 1945 cecil Behrmann purchased the south west 
corner of Oxford road and Tyrwhitt Avenue. He started to develop a set 
of stores which was gradually enlarged over time due to its convenient 
link to the north. Although Mr. Behrmann sold his interest, the stores 
he started were the generator that led to the further development of the 
area (INTErNET. www.rmd.co.za).
Twenty two years after the initial stores, the Swedish architect Max 
Kirchhoffer designed regional retail offices and high density residential 
areas which were to be rosebank. Four years later and at a cost of r15 
million, the development of the shopping centre strip along Oxford road 
was implemented. It was once again a generator for the growth of the 
suburb (INTErNET. www.rosebank.co.za).
In recent years the most important form of public transport has been the 
mini bus. rosebank has only one formal taxi rank which is located in 
craddock road. The road has been completely closed off to private use 
and is located on the periphery of the suburb. Little or no allowance 
has been made to create a sense of comfort or identity for the commuters. 
The link between the rank and the centre of the suburb is not pedestrian 
friendly. It is littered with parking entrances into buildings, uneven 
sidewalks, no resting points, its not protected from the elements and 
does not have sufficient pedestrian crossings.
Oxford road
Given by Mrs redwood with the 
intention to name it after the famous 
British university.
Bolton road
After the Lancashire town of 
Bolton.
Tyrwhitt Avenue
After commodore Sir reginald Tyrwhitt 
of the Zeebrugge battle.
cradock Avenue
After rear Admiral Sir christopher 
cradock, also admiral of Good Hope 
Monmouth.
Jellicoe Avenue
After Admiral Jellicoe, first Sea 
Lord during WWI, also admiral of the 
Grand Fleet of the royal Navy.
23
Private taxi’s parking in 
metered parking bays.
The Mall carpark.
The Oxford road has been narrowed 
during the construction of the 
Gautrain station.
Bus shelters along the major bus 
routes. Other stops are only 
indicated by a signposts.
Metrobus service the area 
regularly.
All sidewalks through the suburb is littered with 
basement parking entrances, which becomes the new 
meeting spaces for people.
The taxi rank during peak hours overflow quickly 
and becomes inadequate to support the influx of 
people and taxis.
24
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Other forms of public transportation face a similar problem. There is 
no accommodation for the private taxis of the suburb. The taxis use the 
metered parking along Biermann road. Through various interviews with the 
drivers, it was established that they are constantly harassed by Metro 
police to either move or pay for the parking they use. The high usage 
of private taxis by the residents and office workers require them to 
function in the area and can therefore not be totally removed.
Metrobus also serve the suburb through only one route. There are few 
bus stops that provide efficient shelter while waiting for the busses. 
Again, interviews with commuters have shown that increase in fares and 
regular strikes by the drivers have made it a very unreliable mode of 
transport.
In an attempt to understand who walks and why people walk in the suburb, 
I interviewed pedestrians. It was established that:
1. 9 out of 10 people felt threatened by motorised transport 
while walking.
2. 7 out of 10 people use taxis to get to Rosebank.
3. 5 out of 10 people travel less than 10km per day (although 
spending more than R1000 per month on transport).
4. 1 out of 10 people would willingly give up their cars and 
use the current public transport system.
5. the average distance walked is 350m.
Interestingly enough when asked where the nearest bus stop, sidewalk 
seating or marked interchanges, all pedestrian elements, few to none 
could point out where it was. This could be because there is no clear 
language for public transport or pedestrian infrastructure.
25
On my recent visit to Rosebank I quickly noticed the security guards becoming well aware of my presence. By walking slow, taking 
photographs and most probably looking extremely dangerous with my t-shirt, shorts and slops I must have looked like one of 
those unwanteds. My speed did not denote my intention to shop or gave the perception of being lost. I was identified as looking 
for opportunity to take something, or not spend something. My presence was well announced throughout the neighbourhood watch.
I tempted fate by sitting on a ventilation shaft that was clad in marble tiles with a granite top. Well secure for 
external use, like sitting. The guard anticipated my move to sit but did not expect me to get comfortable. At 
that point he quickly proceeded to tell me to move from my recently acquired space. Some discussion ensued to 
convince the guard that my being there will not be detrimental to the vent but he persisted and I eventually moved.
I felt quite awkward being ushered away from something that I presumed was public space to be used by the public. What I have however 
taken from the experience is that it is fun to engage with the urban space and fabric, even if it is only to annoy the security guards.
26
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In an attempt to continue the promotion of rosebank as a node for the 
Gautrain development, it is important to create a clear identity for 
public transport and make the integration of better pedestrian space 
through the suburb.
The site for the project will be the existing development of the Gautrain 
station along Oxford road. Taking into consideration the problems mentioned 
above and the large scale implementation of public transportation that 
goes along with the station, the design will incorporate all the forms 
of public transportation along Oxford road. An attempt will be made to 
create a modal interchange that effectively links to the existing suburb 
and create a visible identity for public transportation.
Location
An experiment was done to see where 
people cross the street. 
On short streets it was safer to 
cross at the pedestrian crossing.
 
On longer streets it was safer to 
cross in between the pedestrian 
crossings. 
Although the speed of cars was faster 
on longer roads, pedestrians had a 
clearer view of the cars approaching 
and could therefore judge the 
crossing better. Shorter streets, 
as found in the urban framework, 
therefore dictate the fact pedestrian 
crossings must be clearer and provide 
a safe opportunity for pedestrians 
to cross.
3.theory
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chapter 1 outlined not only the issue of non-place urban space but also 
the contributing factors that lead to an increase of anti space. It has 
also identified that there is a constant struggle for designers to create 
outdoor environments as a collective urban frameworks. The contemporary 
way of urban development saw the building and sites being developed as 
isolated objects. Left over spaces are seen as an after thought, to be 
planned later or to be completely fenced off. Little or no thought is 
done in connecting spaces and places to each other.
Linkage theory is therefore considered to provide this project with a 
potential strategy for integrated urban design. coherent connections are 
vital to circulation and future movement. It also creates an understanding 
and inherent knowledge of the designed urban framework 
(Trancik 1986).
Linkage is further explored in the two ways it contributes towards the 
visual identity of the urban framework, First of the journey clarification; 
the psychological ease of connecting origins and destinations and secondly 
as a spatial and visual enhancement of routes 
(Passini 1984).
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The lines that link space does not 
always have to be direct, marked 
or within the city realm. The golf 
player who has never played on a 
certain course can with little 
effort navigate the course with no 
signage or clear markings. The link 
is implied through the knowledge the 
golfer has obtained through the use 
of similar spaces.
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LINKS
Linkage theory is derived from the lines that connect spaces throughout 
the city. These lines can be identified as streets, paths, spaces or 
elements that spatially and visually connect parts of the city. The 
theory of linkage is considered in an attempt to create a structure for 
the organisation of connections and places. Traditional emphasis was 
placed on movement rather than the creation of space. Thomas Schumacher 
in his writings on buildings and streets refer to the street as – 
“While providing potential spaces for activities, streets also 
serve as linkages to and from the various goal functions of 
the urban environment.”
 This reiterates the notion that movement systems and efficiency takes 
precedence over patterns of defined city space.
roger Trancik in his book Finding Lost Space. Theories on Urban Design 
(1986) identifies the fact that linkage theory attempts to create a line 
of reference by which we understand the city. These reference lines 
can be a group of buildings, axis through a site or a group of spaces. 
Together they indicate a constant system of linkages.
“Linkage is simply the glue of the city. It is the act by which 
we unite all the layers of activity and resulting physical form 
in the city....urban design is concerned with the question of 
making comprehensible links between discrete things.” 
Fumihiko Maki (Trancik 1986: 107). t
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Fumihiko Maki, Pritzker Architecture Prize Laureate 1993, defines three 
different types of form that eludes to spatial linkage in the city:
 
1.compositional form or elements implies linkage. These types of linkage 
elements are static and formal in nature. In compositional form the edges 
to open space is not as important as the elements themselves.
2.Megaform is a type of linkage of individual components that is integrated 
into a larger framework in an hierarchical, open ended and interconnected 
system.
 
Megaforms impose linkage.
The tight structure the megaform encloses formally defines the interior 
space, but is indifferent to the exterior space. It turns its back on 
context, creates its own character without reference to context or human 
scale.
3.Groupform is the result of accumulated elements or spaces along a 
route. This type of linkage is a natural evolution of cities and smaller 
spaces. It is further characterised by the fact that it responds to the 
internal and external factors of the site.
In all three types Maki stresses that linkage as the controlling idea 
for order of buildings and spaces in design. t
h
e
o
r
y
 
|
 
l
i
n
k
a
g
e
33
Plan of the capitol 
(Boesiger 1965: 72).
Section of the capital buildings. The scale and position of the buildings negates the landscape around it (Boesiger 1965: 72).
The master plan of chandigarh, India (Boesiger 1965: 70).
In  March 1951, Le corbusier started 
on the masterplan for chandigarh 
based upon a completely modern set 
of principles. The city was to be 
made up of sectors, each measuring 
1200 by 800 meters. 
Le corbusier’s principle of modern 
transportation flow (7V) was also 
implemented. The system would see 
the resolution of all the problems 
generated by road circulation 
(Boesiger 1965: 68).
The city had a clear expression 
of functionalism and compositional 
form. Each building stands proud and 
in isolation, yet forms part of the 
government precinct. The linkage is 
implied through: function, proximity 
and design aesthetics.
V1
V2
V3
V4
V7
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cOMPOSITIONAL FOrM
Maki identifies that this form consists of individual buildings in abstract 
patterns. “Linkage is implied rather than overt, and reciprocal tension 
is a product of the positioning and shapes of freestanding objects.” 
(Trancik 1986: 107). compositional form place emphasis on the perimeter 
edges to the open spaces, which in itself is still not as important as 
the building as object. Spatial linkage existing only within the realm 
of the objects and is typical of functionalists planning processes.
Trancik (1986: 21) describes functionalism as – 
“a program based on ideals of pure forms and unbounded, 
democratic, or flowing space.” 
Functionalism has had an increasing impact on urban development since 
WWII, mainly because it offered fast and economical construction and 
aligned itself with the technology of high rise. Designers condensed the 
plan to formal and abstract considerations, resulting in exciting designs 
on paper. The physical manifestation however was less dramatic.
 
One of the protagonists of functionalism was Le corbusier, who led 
the French urban design movement (Palazzolo 1991). On the basis of 
functionalism, Le corbusier has four important ideas that influenced 
urban space:
-A nodal building as a large scale urban element. 
-The element defines district or social gathering.
-The separation of movement systems.
-The opening up of urban space for sun, light and ventilation.
The spatial link exist between the 
buildings through their similar 
characteristics.
Interpretation of the 7V 
transportation system of 
Le corbusier.
V1 - highways connecting cities.
V2 - urban highways with special 
responsibilities.
V3 - city network (1200x800m).
V4 - commercial street.
V5 - penetrations into the suburbs.
V7 - green zones for schools,sports 
etc.
V1
V2
V3
V4
V5
V7
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Map of Johannesburg
compositional form within the urban 
fabric can be difficult to identify. 
Because of the functions relating 
to transport, the rotunda depot(1), 
Park station(2) and Metro Mall(3) 
can be seen as a set of buildings 
that imply linkage. Although rotunda 
has closed down, the transportation 
link between the other two buildings 
still exist.
Map of Sandton
Linkage in this example is identified 
through the aesthetics, functions 
and location of the buildings.
1
2
3
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The expression of these elements was intended to release the individual 
from the dense inner evils of the dying city organism. The freestanding 
building, combined with the other elements, was to give the city dweller 
a new freedom.
 
“Rather than yielding  a green park-like city, it produced in 
case after case, a central city that was a wasteland; cities 
pockmarked with the results of scavenger development, appeared 
more like bombed-out ruins than images of a twentieth-century 
utopia.” 
(Anderson 1986: 341)
Le corbusier’s ideas can be transcended into the modern city as isolated 
objects floating freely on parking lots, city blocks and transport 
routes. Buildings were segregated within the urban fabric and wastelands 
were created in between the solids. The massive housing projects at the 
edge of the city also had the same ideals of liberation through green 
open space. The results though have been generally inhumane as mentioned 
earlier in The Non-Place Urban realm.
The problem lies on the emphasis of the building at the expense of the 
space around it. This being worsened by the high rise and demands of the 
automobile. The result of functionalism has been – “a fundamental change 
in the structure and social meaning of our cities.” 
(Trancik 1986: 30). t
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“Le corbusier’s sketch of his 
concept for the city of the Twentieth 
century expresses the Functionalist 
ideal...”  
(Trancik 1986: 22).
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Interpretation of the megaform proposed for a New residential community, cambridge, 
Massachusetts.
Megaform theory was highly popular in the design examples of the 1960’s. A leading 
figure in the exploration of structure was the Japanese architect, Kenzo Tange (Trancik 
1986: 109).
Under the guidance of Tange, a group of MIT students developed the idea that relates to 
a new, comprehensive conception of housing, the terrace construction. Tange envisaged 
the isolated residential blocks (the entire project was to provide housing for 25 000 
students) curving about a central space, articulated by the high speed transportation 
link. The structure is no longer conceived as apartment blocks but as a continuous 
megastructure. The apartments, located on the periphery would look onto the open spaces 
and receive natural light. The innerside would contain all the user facilities.
“The important aspect of this plan is that private living and community facilities would 
once again be brought into intimate contact with each other, that the long existing, 
unsound separation among living and working, recreation and shopping, could be overcome 
by means of a more natural organised context.” (Kultermann 1970: 106).
Main support structure
recreational platforms
residential units
Services
High speed road link
Aerial of New community model
The project is conceived along two 
transportation routes, attempting 
to create an efficient link in and 
out of the development. The link is 
unquestionably imposed throughout 
the structure 
(Kultermann 1970: 107).
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MEGAFOrM
Megaform as megastructure. This can be seen where individual components 
are integrated into a larger framework or physical structure. It is part 
of a system that is interconnected but open ended. This allows for the 
endless expansion of the structure. To maintain the link effectively, a 
hierarchy is established on both the vertical and horizontal scale. The 
tight structure of megaform ‘enclose’ the interior link and creates a 
perimeter that impose linkage (Trancik 1986: 107).
Because of its size, the structure is indifferent to its site and only 
allows for growth at its ends. The form turns its back on the physical 
context and creates its own character by embracing the large scale with 
no reference to human scale. The form generator is usually a high speed 
road network or circulation route.
Kenneth Frampton. professor, scholar and author of architectural history 
and theory comments on megaform as:
“...form-giving potential of certain kinds of horizontal 
urban fabric capable of effecting some kind of topographic 
transformation...” 
(Frampton 1999: 16) t
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The spatial link exist because of 
the structure.
Aerial of Inchon Airport, Seoul
The airport terminal is a good 
example of megastructure along a 
transportation route. Because of 
its size and function it cannot but 
negate the context 
(Blow 2005: 113).
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Perspective of Johannesburg
The city landscape can be seen as a 
megaform incorporating a multitude of 
megastructures. The higher buildings 
are focused around the centre of the 
city and bleeds into the landscape.
The skyline thus create the link and 
is clearly visible from a distance.
(INTErNET. www.bicyclefish.co.za).
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It can be identified as a group of urban connections within the city, 
therefore megaform is the city and its components. Frampton continues 
and states that megaform can also be a subtle integration into the urban 
fabric.
In contrast to Maki, Frampton expresses that megastructure and megaform 
can be differentiated in terms of the relative continuity of form. 
“...megaform may incorporate a megastructure, 
a megastructure is not necessarily a megaform.” 
(Frampton 1999: 16). 
Megaform can consequently be defined apart from a structural element 
as:
1. A large form extending horizontally across the urban fabric.
2.It has no articulated subset that can be classified into structural 
and mechanical components.
3.The form creates an impact on the context due to its own strong 
identity.
4.The form implies a continuation of the existing urban fabric.
5.The form orientates itself towards the densification of the urban 
fabric.
Megaform approach gives sufficient attention to the transport 
infrastructure and transforms the morphology of the urban fabric. It 
creates a topographical link and acts as a dynamic binder between a 
series of buildings (Frampton 1999: 39). t
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Aerial of a Johannesburg
The groupform is implied here through the similar function these areas perform. It 
creates a groupform that is linked by the highway system.
pretoria
midrand
sandton
rivonia
rosebank
industria
joburg
kemptonpark
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GrOUPFOrM
In groupform, Maki states that it is the result of the accumulation of 
elements along a skeleton within the urban landscape. In groupform, 
linkage is neither implied nor imposed. The groups are formed via a 
natural evolution of the organic structure of the city. 
“Groupform is further characterised by a consistency of 
materials, often dramatic response to topography, difference to 
human scale, and by sequences of spaces defined by buildings, 
walls, gateways, and spires.” 
(Trancik 1986: 108).
Maki uses the Japanese village to illustrate the elements of groupform. 
Although the street front forms a tight continuous façade that links 
the individual house to the larger fabric of the village, the house 
connects the private inside to the public outside. The urban spaces are 
derived from the interior where the outside merely impose limitations 
and conditions that defines the place. In contrast to megaform, the house 
itself generates village form and therefore stands alone in isolation 
from the entire village. The house becomes a group within the group and 
can be subtracted without breaking the link (Trancik 1986: 108).
The group as organism. 
Kevin Lynch, urban planner and author, comments that evolution of city 
form is part of a model that is most prevalent among planning professionals 
and that enthusiasm amongst contemporary designers are spreading (Lynch 
1992: 89). An organism is an independent element with a definite boundary 
and size. It does not change its size by extending its boundaries or the 
limitless adding of parts, but reorganise its elements as it changes. As 
with Maki’s village houses, groupform is not easily divided up internally 
as these parts are in close contact.
The spatial link exist because of the 
common elements found in the group.
Aerial of a Japanese village
(Trancik 1986: 109).
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community
Alexander’s book, A Pattern Language 
gives clues to the creation of 
community. The community is a group 
of functions, each having the ability 
to branch off to create endless 
opportunities. However should one 
or even two groups be removed the 
community can still be maintained 
and function.
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The organic model emphasises the co operation of interdependent elements 
that maintains the whole. Form and function of each element should be 
fused together, while each part is clearly differentiated. Although 
these elements are unified through their grouping, they are not equal or 
repetitive but are diverse and support each other (Lynch 1992: 91).
christopher Alexander, professor and architect noted for his theories 
about design, identifies some co operation characteristics:
1.Each group makes its own decisions.
2.Each group takes responsibility for those patterns relevant in the 
group.
3.Each group is free to find ways to implement new patterns.
4.Implementation must be voluntary and based upon a social responsibility 
for the group.
Groupform and the organic growth thereof can be illustrated by using 
Alexander’s work, A Pattern Language (1977), in which he describes the 
sequence of patterns as both a summary of the urban framework and at the 
same time, an index to the patterns (Alexander 1977: xviii).He further 
reiterates the organic growth of groupform as: 
“These patterns can never be ‘designed’ or ‘built’ in one 
fell swoop – but patient piecemeal growth, designed in such a 
way that every individual act is always helping to create or 
generate these larger global patterns...” 
(Alexander 1977: 3).
Lynch concludes that the idea of city organism creates not only diversity 
through the groupform but a subtle link is created through which we 
experience the city (Lynch 1992: 98). t
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The layout of groups will only seem 
correct and comfortable when it is 
within reach, either by walking or 
motorised transport.
A series of groups can provide the 
opportunity to create a series of 
experiences.
Groups as goals have the ability to 
spontaneously create other groups.
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Signage has the potential to become 
more than just information markers 
and provide opportunities to 
gather around or become places of 
interest. 
These sign posts scattered around the 
Wits University grounds do little 
for visitors attempting to negotiate 
the endless grounds.
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VISUAL LINKAGE
When considering environments at an urban scale of size, time and 
complexity it is important that the urban realm has a clear legibility 
to it (Lynch 1960: 3). It is therefore important to minimize spatial and 
visual disorientation as it can provoke frustration and may potentially 
have disastrous results. In Lynch’s broadly published theoretical writing, 
The Image of the city, he comments that it is a rare occurrence to get 
completely lost but: 
“... let the mishap of disorientation once occur, and the 
sense of anxiety and even terror that accompanies it reveals 
to us how closely it is linked to our sense of balance and well 
being. The very word ‘lost’ in our language means much more 
than simple geographical uncertainty; it carries overtones of 
utter disaster.” 
Kevin Lynch (1960: 4).
Kevin Lynch further comments that the structuring and identifying of 
ones environment is a vital ability among urban dwellers. There are many 
kinds of clues that are used to facilitate this image: colour, shape, 
texture and light. But these cannot be merely random. There must be a 
consistent use and organisation as it is fundamental to the efficiency 
of movement (Lynch 1960: 3).
“Indeed, a distinctive and legible environment not only offers 
security but also heightens to potential depth and intensity 
of human experience.”
(Lynch 1960: 5) t
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The information board at Park Station 
gave no clues to where one has to 
walk to (left being closed off to 
the public). The boards location 
seemed to be an after thought as 
commuters had to go out of their way 
to read it. 
The board as after thought is further 
emphasised by the fact that Upper 
Level is at the bottom and not at the 
top, identifying your location.
This shopping centre facade is 
littered with advertisments of 
companies (not all being tenants). 
Without a clear structure for 
advertising and no name board, it is 
difficult to know this is Northcliff 
corner.
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Shopping centres use various methods to direct visitors through the space. One’s first encounter is most probably with an 
information board that indicate a map of the centre and various stores are colour coded to clearly separate them. In order to 
quickly establish ones location and destination it is important that the map is the correct way up, clearly legible and use 
simple devises to indicate ancillary destinations.
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Professor at the University of Montreal, Dr. romedi Passini attempts to 
bridge environmental psychology and architectural design by explaining 
that the built environment, at city or building scale, has to be both 
safe and function effectively. Wayfinding mechanisms and spatial 
orientation are vital aspects of an efficient environment. There is 
however a distinct danger of falling into a simplistic functionalism 
design (describe in compositional form) that leads to uninspiring and 
non liveable environments.
“Spatial complexity and the unknown awaken curiosity and the 
desire to explore. The factors of surprise, of discovering, 
all contribute to a full spatial experience.”
(Passini 1984: 22)
A sense of orientation can be equated with a sense of direction. That is 
the ability to maintain direction while moving or to identify a space 
independently of ones location. By a sense of orientation, individuals 
describe a reliance on themselves, rather that their spatial environment. 
Passini identifies that although wayfinding through spatial orientation 
important is, the need for visual clues throughout the environment is 
crucial (Passini 1984: 76). t
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Although never visiting the building 
before, when asked where The Grace 
hotel was, almost everybody could 
point in the general direction of 
the hotel. 
A sense of orientation was immediately 
established when I saw the building 
profile over the tree landscape. 
Without knowledge of the site or 
building I could reach my destination 
fairly easily.
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cONcLUSION
In considering linkage theory it is important to understand that the 
theory does not work in isolation. In order to create a potential 
strategy for integrated urban design, it is used in conjunction with the 
idea of visual linkage.
 
Groupform is identified as a strategy for the design of the transport 
interchange. It takes clues from the existing urban framework in order 
to establish new groups. It also provides a strategy for the design of 
smaller spaces, those not generally considered in the urban framework.
Visual linkage is considered in order not to create isolated objects in 
the landscape. It is considered as the datum that allows these groups to 
work together and fit into the existing urban framework. The visual clues 
derived from the site also promote the continued use thereof.
The incorporation of these two theoretical elements in the transport 
interchange enables the creation of a station as an unforgetable experience, 
both for visitors and regular commuters. t
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PrEcEDENTS
The precedent studies have been chosen because of the way linkages and 
spaces have been created through the movement patterns of pedestrians. 
routes and spatial qualities have been combined to create building form, 
which in turn has the ability to direct the flow of movement through and 
to the building.
The precedents will be analysed using the principles established based 
on the theories explored. The structure and its role in the greater 
context will be considered to challenge the existing Gautrain station. 
The emphasis will be on the patterns pedestrian movement through the site 
sets up and establish how each building accommodate for it.
The following precedents will be analysed:
Park Station
Metro Mall
McCormick Tribune Campus Centre
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PArK STATION
johannesburg, south africa
The proximity of Park Station and Metro Mall to each other allows them to 
act as the modal interchange for Johannesburg city. Park Station provide 
a rail link and Metro Mall a taxi link.
 
Approximately 15% of the local population uses the Metro rail as part 
of their public transport to commute from the edges of Johannesburg. 
It provides its commuters with long and short distance links.  Long 
distances are those outside the Gauteng region and normally occur over 
weekends or holiday periods. Short distances are considered those during 
the week, from home to work and back (INTErNET. www.sarcc.co.za).
Park Station is located between Braamfontein and Johannesburg and is 
within walking distance to the Metro mall complex. The station sits along 
major connecting routes of the city. Its proximity to the Metro mall 
complex provides for an easy accessible pedestrian link to other forms of 
public transport. Park Station acts as a destination point for commuters 
to disperse into the city.
 
Pedestrian movement is accommodated within the building along wide open 
passages that allow for easy movement. Different modes of traffic are 
well separated and accommodated for through its ground floor access along 
Leyds Street entrance. It has single passage staircases to the platforms 
that make vertical movement tedious. Due to a lack of signage and site 
information, accessibility is tricky. Knowledge is gained through the 
continued use of the facility though. Through the low slung entrances, 
the building is perceived as a cavern as you enter it. It however burst 
with light through the large windows that engulfs the main building. One 
of the main benefits of the building is that it provides the pedestrian 
with a protected link for moving through.
rasty Knayles, urban photographer 
based in Johannesburg, was allowed 
access to the unused passages in the 
bowels of Johannesburg Station which 
have not seen the light of day for 
over 50 years.
This humid, but otherwise stable, 
environment has allowed these paper 
posters to live on as self preserved 
macabre art forms in the deep dark 
dungeons of Park Station.
(INTErNET. 
www.architectafrica.com).
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Long section through building.
1. Large windows over the main lobby 
space allow for effective ventilation 
and natural light.
2. The facades over the entrance are 
not clearly marked or elaborate.
3. Activities at enterances detract 
attention from the building.
4. Vertical movment.
5. The entrance are low and difficult 
to find.
6. Administrative offices are located 
within the building.
1
2
2
3
4
5
5
1
2
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Plan of site.
1. The site is identified by the informal trade stalls at entrance via Leyds street.
2. High pedestrian movement occur within the building and along the Queen Elizabeth 
bridge.
3. The building is used as a throughfare as it provides pedestrians protection from 
the elements.
4. The building does not interact with its context.
5. The arrows indicate the volume of people walking to their destinations.
to
metro mall
to
johannesburg 
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to doornfontein
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Park station has some elements of groupform which is identified through 
the points in interest along the site. The form is not isolated to 
structure or spaces, but by the activities on route to the station. 
The main activity is the street vendors that accumulate, closer to the 
station (this if nothing else could be an indirect visual link to the 
site).
The clearest identity for Park Station is megaform. Here the structure 
is important and turns its back onto the context. 
The link is implied through the movement. 
The directional flow of people continues the link through the entire 
building. This link is further implied through the sectional experience 
of the space. One enters through low openings and is forced to the large 
open volume by the abundance of natural light.
As with megaforms, the entrances are indirectly expressed, they disappear 
and the link does not continue to the outside of the building. In order 
to find Park Station, the pedestrian has to know where the station is. 
The visual linkage is unclear within the greater context of Braamfontein. 
There are no clear identifying markers to the station or in the building. 
Due to this lack of visual guiding elements, the pedestrian cannot 
navigate easily to the station.
LESSONS
- Pedestrian movement occur primarily where it is comfortable. These 
elements include wide pathways that provide some sort of shading.
- Building shape and position can increase pedestrian movement from one 
space to another.
- Height of building to allow ventilation and light is a key factor to 
attract usage.
- Activities follow pedestrian movement and not the other way around.
- Signage must be highly visible for non regular visitors
Groupform create a different type of 
visual linkage for the pedestrian.
Megaform, unless directly connected 
to other buildings are isolated 
within the urban fabric.
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johannesburg, south africa
urban solutions
2002
Metro Mall has an estimated 150 000 commuters per day and also makes 
provision for 2 250 minibus taxis and 100 buses. It is not only a 
transportation hub but provides its commuters with a shopping complex 
with formal and informal trading happening side by side. Informal trading 
is indented to be promoted through various facilities such as storage, 
preparation areas, ablution facilities, manufacturing areas for craftsmen 
and lockup shops (INTErNET. www.joburg.gov.za).
 
Pedestrian movement is promoted along all borders of the mall through 
the informal trading component. Wide sidewalks, shading components and a 
definite hierarchy between the sidewalk and the building allow for easy 
interaction and movement along the edges. Entrance to the mall is done 
parallel to the main street which allow for easy pedestrian movement in 
and out of the complex.
Security on both sites are very limited, no more than three guards were 
visible at both the station and the mall. Security is done through 
passive surveillance from the commuters and also the tenants.
The mall hosts a series of murals 
painted by local artists - some 
taking 18 months. These artworks are 
an important part of the identity 
created for the mall and promote 
the civic pride of the tenants and 
customers (INTErNET. 
www.coj.gov.za).
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cross section through street edge.
1. High voids for effective and 
natural ventilation.
2. robust screening elements from 
sun and rain.
3. The gradient of activities define 
the space and the intended purpose 
thereof.
4. Low rental traders.
5. The mall provides tennants and 
the public with easy accessible 
ablutions.
6. A visual identity for the mall 
is created by the continuous use of 
similar materials.
1
1
1
1
2
2
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Plan of site.
1. The taxi rank has been outgrown by the volume of commuters being serviced and the 
adjoining site is being used to accommodate the overflow.
2. High pedestrian movement occur to and from the site.
3. The link to Park Station has a large volume of pedestrian movement during peak 
times.
4. Informal traders fully exploit the pedestrian movement and pockets of intense trade 
occur next to these routes.
5. The arrows indicate the volume of people walking to their destinations.
metro
mall
to
jhb 
cbd
to
fordsburg
to
newtown
to
braamfontein
si
mm
on
ds
 s
tr
ee
t
to
 p
ar
k 
st
at
io
n
sa
ue
r 
st
re
et
60
p
r
e
c
e
d
e
n
t
 
|
 
m
e
t
r
o
 
m
a
l
l
Because of the duality of Metro Mall it shows characteristics of megaform 
and goupform. The structure, due to its size, impose and define the 
interior route. The pedestrian entrances are on established routes but 
us is not clearly expressed.
The building however responds more to the elements related in groupform. 
It uses its context to function. The stalls at the periphery of the 
structure allows for informal traders to fully utilise the pedestrian 
movement around the site. 
Because of the informal trade stalls, 
the building becomes part of the larger city context.
The linking element therefore is the opportunity of trading the building 
offers the city. This is in stark contrast to Park Station which turns 
its back onto the context.
The building unfortunately blends too easily into the context of the 
city and does not clearly distinguish itself from its surroundings. It 
becomes difficult to identify the building as a major transportation hub. 
As with Park Station there are no visual markers en route to the site. 
The only form of visual linkage can be the continuous flow of people to 
and from the mall.
LESSONS
- Passive security (eyes on the street) promotes movement through the 
space.
- robustness of materials allow for long term use.
- Height of building to allow ventilation and light is a key factor to 
attract usage.
- Use existing site elements to effectively place the building into 
context.
Megaform forms part of the linkage for 
the building, but the easy transition 
from outside to inside does not allow 
that link to be expressed.
The continuous lines of informal 
traders creates the link through the 
city and is exploited by the building 
through its trader stalls.
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THE MccOrMIcK TrIBUNE cAMPUS cENTrE
illinois, usa
oma
1999
The Mccormick Tribune campus centre is located on the campus of the 
Illinois Institute of Technology in chicago. The campus, designed by 
Mies van der rohe in 1940, is bordered by a highway and is divided by the 
elevated train system. A vital aspect of the building was to interpret 
the existing non active urban fabric. Instead of allowing the station to 
blend in with the campus, rem Koolhaas creates a feauture landmark for 
the campus (INTErNET. www.arcspace.com).
The interior layout was inspired by pre-existing footpaths, formed by 
students walking between the residence halls and the main campus over 
the past 70 years. These diagonal paths cut through the building and 
accommodation and activity spaces are created by the intersecting paths 
(INTErNET. www.arcspace.com).
The building is comprised of two main elements: the main building and the 
elevated concrete tube wrapped in corrugated stainless steel. Although 
the plan appears confusing, the interior spaces are legible. This is 
mainly due to the diagonal views across the spaces, stretching both in 
plan and section. By seeing across and through to the other spaces, one 
is always aware of one’s location throughout the building 
(INTErNET. www.arhidose.com).
Materials and colour is extensively used throughout the building. Orange, 
green and red are used to identify spaces. A multitude of textured 
materials are used in order to create a three dimensional feel inside 
the building. In conjunction with the colour and materials used, graphic 
designers created a consistent language based on the international human 
symbol (INTErNET. www.archidose.com). p
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1 2 3
45
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Walls are used to create holding 
spaces within the building.
A continuous play on geometry to keep 
interest throughout the building.
Geometry overlap movement routes 
which creates interaction and levels 
of hierarchy.
Building plan
1. The existing commons building was to be preserved and included in the plan.
2. Administration offices.
3. Student offices and meeting rooms.
4. Book store.
5. The courtyard in allow natural light to enter deep into the building.
6. The cafe is in close proximity to the broadband counter which sits directly in the 
pedestrian path.
7. conference centre and executive meeting room.
8. The hanging garden above the dining and recreation room allow, as the courtyard, 
natural light into the dining area and ramp seating.
9. The campus radio sits on two of the major pedestrian routes for maximum 
visibility.
10. Welcome centre with university club.
11. reflection pool.
12. The railway track overhead.
Textures continue the path when not 
imposed by the structure.
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The building shows elements of both groupform and megaform. Groupform 
can be identified in the building through the paths created inside the 
building. It forms part of a group of links between the residences, 
station and lecture halls.
 
The station also creates a group within the greater context 
along the railway line.
The building however has more characteristics relating to megaform. 
The lines, already on pedestrian routes, impose and imply linkage. The 
lines through the building cannot be interpreted otherwise. The interior 
is defined not only by the paths but also by the activities. Social, 
retail and other points of interest have been inherently placed along 
the pedestrian routes to ensure their continued usage. The continuation 
of megaform is further expressed through the emphasis of entrances but 
unlike most megaforms, does not turn its back onto the context.
The building also has strong links to the institute’s heritage, showcasing 
its seven founding fathers in the welcome centre and a 20-foot Mies van 
der rohe portrait that defines the front entrance. OMA also paid homage 
to Mies’ design elements, such as the cross columns used in the Barcelona 
Pavilion.
LESSONS
- The station design does not have to be hidden away as an unsightly 
urban element.
- The use of materials is important to give life to the building.
- colour can be used as guiding elements to denote places throughout the 
building.
- Pedestrian movement must be inherently easy (ramps over stairs).
- Intermediate goals along pedestrian routes are important in order to 
keep it active.
- remember history. 
The movement patterns create the 
geometry of the building. The 
frequency of movement also determines 
the width of the path.
The building uses a regular square 
grid as the main structure. This 
grid however sits “quietly” within 
the overall design (AU 05:02).
5.site
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The site will be stand 4, 5 and 12, 
13 of the Melrose suburb. The station 
will be located within Oxford road 
and the Oxford service road. s
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proposed
underground
 parking
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THE SITE
The site of the modal interchange was selected in conjunction with the 
proposed location of the Gautrain station in rosebank. The proposed 
design by Bombela was for an underground station that would link into 
The Zone shopping centre via an underground route.
The design project however has opted for a portion of the station to be 
above ground. 
Modal interchanges require large amounts of space to accommodate 
commuters 
(Blow 2005). 
To provide accommodation for this in the design, the four sites that 
are currently being used for the construction of the station will be 
incorporated into the design.
In order to link the various forms of transport for the modal interchange, 
the site will be part of Oxford road and its service road. The site has 
been intentionally chosen for its high visibility, both for pedestrians 
and vehicular movement. The adjoining buildings on site are comparatively 
low, giving the modal interchange an opportunity to be a landmark on 
the main vehicular route and also be a landmark within the city. It 
is important however not to consider the site in isolation and the 
design will extend to the vehicular parking square at The Mall shopping 
centre.
The project will use the existing 
basement parking currently being 
built underneath the new hotel. This 
parking will be accessed via a link 
from above ground and not below as 
the proposed design.
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retail hotels
proposed site
0                 300
commercial parking
residential transportation
community services
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ZONING AND USES
- The map indicates that there is a concentration of large scale 
retail and commercial buildings within the area.
- A small portion of the suburb is dedicated to high density residential 
use.
- There is little residual space or green public space. All properties 
are fenced off for private non-use (non-use implies the fact that the 
owners who fence off the site, do not use the green space).
- The site is in close proximity to hotels, commercial and retail 
zones.
OPPOrTUNITIES
- Movement to the modal interchange during the entire day will promote: 
retail usage, passive surveillance and the activation of informal trade 
zones.
- High usage of interchange will attract commercial enterprise.
- Due to the scale of the site, tourists and visitors can use the 
interchange as a landmark as part of their rosebank “experience”.
- Large amounts of parking space is currently being under utilised 
and can provide parking space for the influx of people.
- car parks can be redesigned to have multiple functions (soccer 
fields, tennis courts, parks etc.).
- The long site will be a constant reminder of public transport as an 
alternative for private transportation.
The public park in rosebank is in a 
state of rundown and is not attracting 
any visitors during the day.
The fencing off of many sites to 
the street edge has made for little 
interaction with the green space of 
the suburb.
Parking lots have the opportunity 
to become more than just wastelands 
when not in use.
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TrANSPOrT LINKS
- From the various route maps it can be seen that the site lies in 
and in close proximity to main transportation routes. The site is also 
located between two main vehicular routes which is Jellicoe Avenue and 
Baker Street. Because of this location the building will be highly 
visible when passing through the site.
- The secondary roads through the suburb provide a good network for 
the various forms of transport systems; in and out. Because the design 
attempts to incorporate all forms of transport, understanding the various 
patterns of existing traffic is extremely important.
- The existing infrastructure is in a state of derelict and the 
Gautrain and BrT system will provide the opportunity to address the 
issue.
 OPPOrTUNITIES
- A high level of exposure can be expected when all the various modes 
of transport use Oxford road as a modal interchange.
- The concentration of transport modes will free up the streets in 
the suburb.
- The taxi rank will feed directly into Oxford road. This will allow 
for high volumes of taxis to be moved.
Because of the existing route with no 
clear pick up points, taxis endanger 
the road for other motorist in an 
attempt to maximise users..
The existing sidewalks have become too 
congested and rundown to accomodate 
the pedestrians moving through the 
site. The danger of inapropriate bus 
stops are evident.
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Site plan Section
taxi rank
The Mall
A study was done between the taxi 
rank and The Mall to establish 
characteristics of pedestrian 
movement.
The considerations were:
i. Where do people walk?
ii. Why do they walk there?
iii. How fast do they walk?
iv. Do site conditions provide clues 
for any of the questions above?
The following principles were 
established:
a. People prefer to walk on sidewalks 
that are evenly paved.
b. Parking entrances are acceptable 
as long as: it is clearly identified 
and allows enough space for both 
pedestrians and vehicles.
c. People move towards trees and 
other objects as intermediate goals 
towards their destinations.
d. People prefer the cover of a tree 
as a form of protection.
e. People find pedestrian crossings 
unsafe when stepping onto the road.
f. People walk faster in the road.
g. People use landmarks to guide 
themselves through the link.
It can be concluded:
The conditions of the site are of 
vital importance to how people move 
and react to the site. The major 
factor though of pedestrian movement 
and site is to establish a hierarchy 
that accommodate both equally.
11
22
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1. The pedestrian crossing at Biermann Avenue was done at a brisk pace in order not to get hit by the mini bus taxis, private 
taxis and vehicles. Pedestrians frequently used the centre island as; the timing between the interchanges was too quick and the 
crossing was too large to cover with one change.
2. Once past the main crossing, pedestrians followed the trees scattered along the route and walked considerably slower when 
approaching the abundance of trees along Tyrwhitt Avenue. 
1
2
6.concept
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The concept of urban transportation as a system involving all modes of 
public and private transport has yet to be accepted by the public of 
South Africa. An effective urban transportation system can be developed 
to contribute to the future character and prosperity of the community by 
implementing the idea into urban planning schemes.
South Africa’s urban framework has been setup around the popularity 
of the private car. Its flexibility of movement and large area of 
infrastructure it requires has resulted in an increase in low density 
urban travel. It has also created a scenario where our cities are laid 
out along transportation corridors orientated towards the city.
These are some of the issues contributing towards the marginalisation of 
public transport. In the current context public transport is seen as a 
system that is unreliable and inflexible. The under use of it has seen 
it steadily declining to a point where perception has become reality. 
The large influx of alternative transport, such as mini bus taxis, stand 
as testament to that reality.
A shift towards the perception of public transportation must be done without 
being bias towards other well established systems. Public transportation 
must be seen as a system that is equal to private transportation in order 
to be a viable solution.
Intra urban travel should be 
conceived as components of a whole 
(Floor 1968: 7).
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Sketch A
Sketch B
Sketch c
Sketch D
Sketch E
Sketch F
Sketch G
The original concept saw the train 
station as a singular structure. Until 
now there has been no consideration 
made for the design of a modal 
interchange. 
The most radical choice was taken to 
remove the Old Mutual Square (OMS) 
building as it was deemed to be non 
functional. The principle idea was 
to link the parking square and the 
station (Sketch A). The concept was 
scrapped as it did not provide any 
clues to being a train station (Sketch 
c, F). The concept continued, keeping 
movement in mind, to place the station 
along the path of traffic (Sketch B, 
D, E). The station also changed from 
below ground, on ground and floating 
above ground with traffic passing 
underneath. The OMS was still left 
open and an opportunity arose to 
develop residential units along that 
edge (Sketch B, E, G). 
All these concepts however was based 
on a fatal flaw. The removal of OMS 
cannot be considered as viable. 
Firstly, because of its long heritage, 
secondly, it provides valuable retail 
space for the area and lastly because 
it deals effectively and elegantly 
with the change in level. 
It was therefore concluded that:
-OMS must be retained and incorporated 
in the scheme.
-The station must be along the flow 
of traffic.
-A link can be created through the OMS 
to revitalise the retail functions.
-Other forms of transportation must 
be incorporated in the design.
1. The Mall of rosebank.
2. Parking square.
3. The Zone.
4. Old Mutual Square.
5. Oxford road.
3
5
1 2 4
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What public transportation intends to do?
1. It must be a stable system to be effective. The system must be well 
maintained, managed and implemented to sustain its users.
2. It must be reliable. The system and its components must have an 
intrinsic desire to make it function properly and be seen as an effective 
alternative.
3. It must have a wider reach. The system must not be one dimensional 
in its approach to move people. Main corridors and routes are sometimes 
inaccessible to the public. A range of secondary systems must be implemented 
to assist the main routes and service those areas out of reach.
4. It must have a high-quality infrastructure. The physical quality of 
the system and its components must be able to: create an identity for 
good urban transportation and provide a comfort that is acceptable for 
its users.
What public transportation does not intended to do?
1. It is not to replace private transportation.
The modern modal interchange is where a multitude of people converge on 
(Edwards 1997: 21). They are: tourists, commuters, shoppers, retailers, 
salesmen, the homeless and many others.
The interchange is a microcity.
It has the strengths and weaknesses of the city contained neatly into a 
formal structure. Inserting such a microcity then into one of the major 
arterial routes between Johannesburg and Sandton could be problematic if 
not considered as a whole.
Before analysing the site, a consideration regarding the existing building 
edges alongside Oxford road must be made. c
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Section through the site (Sketch A) 
showing the dead space underneath 
the building. Inappropriate level 
change.
Section through the site (Sketch B, E, 
G) showing the dead space inbetween 
the building and the existing street 
edge.
conceptual section through Oxford 
road, attempting to seperate traffic 
and pedestrian movement.
conceptual section through Oxford 
road, incorporating pedestrian and 
vehicular movement but seperated by 
a barrier.
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The Zone shopping centre
The Mall parking Mutual Square courtyard The Mews
80The Zone
The shopping centre has no pedestrian entrance along Oxford and only accommodate off street parking via 
eight entrances. It does have four retail stores along the edge but due to its position it has little 
pedestrian visitors.
 
The Mews
One of the original shopping centres in the suburb, the Mews still attracts enough passer by traffic to 
sustain itself. Another factor for its “survival” could be its close proximity to The Mall shopping centre. 
The pedestrian entrance along Oxford has a fast food restaurant that makes the point of entry acceptable. 
This however is not enough pedestrian movement along the edge and the stores opposite the restaurant are 
vacant. 
Old Mutual Square
The centre, due to its isolation on the edge of the shopping complex, has become almost non-functional. 
Stores have a low passerby rate and vacant stores are being used for storage. The stores on the street 
edge have been closed for some time and the centre runs the risk of being completely closed down and 
redeveloped.
Oxford service road
Before construction for the Gautrain commenced, the service road provided a safe parking and walking space 
for pedestrians. It allowed the above mentioned stores to function. 
The Mall parking square
The parking square, although not directly bordering Oxford road, is seen as an important link between The 
Mall and the station. It is currently only being used as parking but have the potential to be integrated 
into the design. In order to promote the idea of pedestrians and cars together, modest changes will be made 
to the overall layout and the square will still be used for parking.
Stands 3,4 and 12,13
The stands have been sold to Bombela and are being used as operational sites during the construction of the 
station. These sites will be sold to commercial entities and redeveloped to recoup costs after construction 
is completed.
Because of this lack of passer by traffic the stores find it difficult to continue to do business. It has 
been decided that no existing building will be demolished to accommodate the interchange. Old Mutual Square, 
which will be used as a link into The Mall square, and the street edge along Oxford road are considered as 
important points for reactivation. c
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The diagram sets up a framework to understand movement through the site. There are 
various levels of hierarchy to be crossed: from the off site parking to the platform.
Effective circulation is dependent 
on the effective links it creates 
between the various elements and 
activities throughout the station.
The hierarchy within the station 
from most important is:
- ticket and information
- waiting areas
- dwell areas
- cafe, bars and shops
- toilets
- data facilities
- tourist information.
By linking these areas systematically, 
the station allows for efficient 
movement of people.
An effective link.
An ineffective link.
82
c
o
n
c
e
p
t
 
|
 
p
r
o
g
r
a
m
m
e
“The station acts as an interchange between systems. Here the traveller experience the 
trainstation between the train and the rest of the world – the city, other transport systems 
such as buses and taxis and the complexity of street life.” (Edwards 1997: 59).
Brian Edwards along with the assistance of various architectural practices throughout Europe comment 
on the essential approaches to station design in his book The Modern Station. New Approaches to railway 
Architecture. 
Typical railway stations has five elements it has to accommodate for:
-Track and signalling
-Platforms
-circulation areas
-Ticket sales and other retail space
-Station forecourt
In all stations it is important that each element is clearly defined. clarity of the spatial intention is 
of key importance to give a sense of safety and promote ease of circulation. It is therefore important to 
set up a clear and concise ordering framework for the station.
Track and signalling
Generally, railway tracks and signalling systems are fixed and outlined by the transportation engineer. 
For the purpose of this study it will be accepted that the tracks are fixed and dictate the layout of the 
platforms.
Platforms
The platform length is determined by the length of the train with an added 12 meters for access to the 
tunnels. The width of the platform is also dictated by the anticipated passenger use, usually 1 person 
for every square meter. The platform length will therefore also be fixed in accordance to the train 
dimensions.
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Standing at Park Station I noticed that circulation is well maintained until access to the platforms is required. Commuters are 
not allowed to wait for the trains on the platforms which quickly congest the entry points to the platforms. This in turn leads 
to the congestion of the main building which makes it difficult to navigate during peak hours.
Security guards had their hands full in attempting to control the agitated crowd. It soon became evident that control must be 
done automatically. In contrast to my site visit and encounter with the Rosebank guards, the security officers in Park Station 
did not notice me snapping away at the incident.
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circulation
circulation areas are key to the movement of people through the station. These areas are determined by: 
density of use, appropriate control systems, complexity of levels, access for the disabled, effective 
high speed ticket dispensing systems and the avoidance of obstructions. It is then important to create 
an integrated movement system that sets up a hierarchy for circulation. This hierarchy can be constructed 
through architectural cues that give the building the meaning of circulation.
Platforms
Purchasing tickets are normally made before any other sales at the station. commuters entering the station 
generally have already purchased their tickets or are directly en route to buy tickets. This requires the 
ticket sales counter to have the most visible and important space within the station. The first point 
of contact must be the ticket counter. The ticket counter must allow for ticket pick up counters where 
previously acquired tickets are collected.
Station forecourt
The station forecourt is an important design of the station and its ancillary functions. It is the additional 
space that allows various forms of public and private transport to drop off commuters quickly, safely and 
effectively. It also provides pedestrians with a safe and sheltered area to wait. Because the majority of 
commuters are transient visitors, it is important to provide enough infrastructure and ease of transition 
from one mode of transport to the other.
“Greater equity in the allocation of forecourt space will normally lead to more satisfying 
arrangements from an urban design viewpoint.” 
(Edwards 1997: 64)
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concept One
The initial concept addressed key issues 
identified from the early site visits. 
Taken form the first concept sketches, the 
building sits inline with Oxford road(1) 
to express the movement on the road. It was 
also determined that a strong axis exist 
along Tyrwhitt Avenue(2). This informed 
the design of the northern station(3). The 
building at that point was to be visible 
from The Mall(4) and must act as a landmark 
to attract its users. On the southern 
portion of the site, The Mews(5) was to be 
used to link the site back into Mall.
A first attempt also saw the vacant stands 
being used as green spaces(6) to make up 
for the few green spaces in the suburb. 
It was to be the identity for the site, 
to promote its pedestrian friendliness. 
Another key aspect was the opening up(7) 
of the underground station to allow the 
passerby’s and motorist to interact with the 
station. It was also an attempt to create 
an identity for the rosebank station, both 
for the train passenger, coming from the 
dark tunnel into a sea of light, and the 
passerby.Site plan
cross section
void
forecourt
green parks
forecourt
ticket sales
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4
4
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Aerial view
Long section through site
9
9
7 6
3
What was wrong with this concept?
-Unless the green space(6) is part 
of a system that requires or demands 
it, it will not work in isolation. 
The green spaces will go derelict 
and can be put to better use.
-The ticket office(3, 5) was too 
static and turned its back onto the 
neighbouring site(7). It did however 
interact well with the street edge 
as a means to provide a glimpse into 
the underground(8).
-The emphasis on pedestrian movement 
was not clear and did not promote a 
feeling thereof(9).
What has been established from the 
concept?
-The opening up of the underground 
is a key element to the concept and 
will form part of the final design. 
It will be the first open point to 
the sky in between Park Station and 
Marlboro station.
-A strong axis(2) has been established 
along Tyrwhitt Avenue which will 
remain. It will make use of visual 
links to draw pedestrians to the 
station. The link is considered as 
important because of the anticipated 
stores along the new hotel street 
edge(11).
-Because of the length of the 
station, the southern entrance 
shifts and can include the Old 
Mutual Square building(12). This has 
been identified as a place to be 
reactivated.
-Express movement as part of the 
main design.
-consider the street edge to 
link the two separate station 
forecourts(13).
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conceptual sketch of concept Two. An 
important development was the inclusion 
of other public transportation systems 
such as the mini bus taxi, private taxi 
and BrT system. The concept also started 
to include The Mall parking square and 
the Old Mutual Square building was now 
a major part of the design. The building 
shape however was questionable and did 
not suggest and acceptance of pedestrian 
movement.
Where the precedents place emphasis on the space in between rather than 
the final destination (above), the design will consider the end destination 
as the place of importance (below left). Where the anticipated movement 
pattern enters the building, it will create strucutre to re enforce the link 
and create a visual link, a point of interest for future pedestrians 
(below right).
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cONcEPT TWO
One of the strongest design considerations for concept Two was: the 
building as destination and the importance of movement in the design 
layout. These two factors provided the opportunity to link pedestrians 
into the building and create points of interest. The concept remains 
a design that is created through various structures throughout the 
project. 
The design has become a transport interchange. 
In order to clarify the two points of entry to the platforms, the northern 
entry point at Tyrwhitt Avenue will be referred to as One station and the 
entry point at Old Mutual Square (OMS) will be Two station.
Taxi rank
A new taxi rank is accommodated along the two empty stands (12 and 13). 
This is in response to the demand from the local taxi operators. The 
rank accommodates formal trade facilities, route information, ablution 
facilities and pick up points. The rank is designed along a focal point 
that links back to One station. This focal point sets up the framework 
for the rest of the rank.
One station
The station is set up along the axis taken from Tyrwhitt Avenue. The 
building shape denotes an unambiguous form which does not force any point 
of entry. It is designed to accept pedestrian movement from The Mall via 
Tyrwhitt, the new taxi rank, kiss and ride and the Melrose suburb. Entry 
is identified by the extension of structure along the various paths.
conceptual layout of the interchange 
showing the importance of axial 
linkage and the implementation of 
group form.
Movement suggest physical structure 
or point of entry.
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Perspective of concept two
1. BrT system.
2. Private taxi.
3. Two station.
4. Old Mutual Square.
5. Platforms.
6. One Station.
7. Taxi rank.
Sketch layout of proposed 
interchange.
1
2
3
4 5
6
7
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Two station
The station is situated partly on Oxford road and on vacant stand 4. As 
with One station, the building shape is an unambiguous form in order 
not to force entry. Entry points are located along the pedestrian lines 
of the kiss and ride, private taxis drop off and bus rapid transit 
(BrT) system. Two station also incorporate facilities to accommodate 
the administration offices for the: rail network, private taxis and BrT 
system.
The link from OMS connects the station to the parking square. The 
importance of this link is emphasised by the placing of the ccTV offices 
for the station over Oxford road. This makes the offices extremely visible 
to pedestrians which is anticipated to promote safety and security when 
using the interchange.
In both One and Two stations there are only two retail stores. One 
station will have a small scale retail store (newspapers etc) and Two 
station will have a food store (Woolworths food store seems to be a 
viable option). The limit on retail stores has been deliberately done 
so as to not take business from the well established retail stores along 
the Oxford edge and malls.
The grid system, although appearing 
confusing, is based on basic 
principles that makes changes in 
the design formalaic and easy to 
implement. c
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View from Tyrwhitt Avenue.
Pedestrian link between taxi rand 
and One station.
View of the taxi rank entrance.
View of Two station from Oxford road. The height of the building is important to create 
a visual link to the site.
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Private taxis
The taxis will be provided with a dedicated point off Oxford road from 
which they will pick up and drop off passengers. It will form part of 
the system along Two station and be on the Baker Street intersection. 
The intention of its position is make it highly visible to the public 
and promote the use of private taxis (7 or 10 seaters).
Bus rapid transit
The BrT system is considered as a major supporting element within the 
Gautrain transportation system. It is anticipated that a large volume of 
commuters will be accommodated for and will be incorporated as part of 
Two station. Main accommodation will be on the vacant stand 3 with drop 
off points off Oxford road. As with the stations, the roof covering for 
the drop off points will guide commuters to the main building.
Oxford road
In order to make motorists aware of the intended pedestrian zone and to 
promote the interchange, the road will change direction at two points. 
Two pedestrian intersections will be included along the axis setup 
along the station entrances. These crossings will be raised to further 
promote the pedestrian hierarchy. Through a change in surface materials 
(cobbles), motorist will be aware of a change of space. c
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The BrT drop off square.The ccTV building spans Oxford road.Movement contained in tubes.
Long section through platform.
Long section through Old Mutual Square.
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What is wrong with the concept?
- The building must have a better scale to the surrounding urban 
context. In understanding the construction of the building better, it 
has been established that the maximum height for the main building will 
be 12 meters.
- The streetscape and pedestrian realm seems abandoned and sterile. 
Understand and design for the multitude of needs of pedestrians and 
motorists.
- The blank pit walls do not respond to the platforms, street level 
sidewalk or any of its surrounding. Design for a better incorporation 
of such a static facade and exploit its potential for advertising or 
something else.
- One of the original considerations for the design was to have an 
equal balance for pedestrians and motorists. The abundance of asphalt 
seems to contradict that notion i.e. design the scheme to have less 
asphalt.
- The basic understanding of the BrT system was non existent. Following 
consultations with Professor Lone Poulson from Wits University it was 
established that the BrT system acts as an independent station that has 
to sit in the middle of the major transport routes. The BrT as proposed 
would therefore not work as shown.
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View from Two Station.
Pedestrian link between taxi rand 
and One station.
View of platforms to One Station.
cross section through the platforms.
cross section through the BrT square showing the administration 
office defining entrances.
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What has been established from the concept?
- To address the issues of an integrated transport interchange, the 
various parts of the scheme will have to be better linked to each other. 
The use of urban furniture, textures and structure can be used to 
establish and maintain that link. 
- The structural engineer’s input is vital to the construction of the 
steel frame structure. The limitations must be taken as opportunities 
for design details.
- The BrT system needs to relocate, thus leaving the remainder of the 
site empty. This provides the ideal place to locate the private taxis 
and the relocation of the car rental offices.
- Exploit blank facades as opportunities to be creative.
- In order to maintain the focus on retail inside The Mall, provide 
only one food store in Two station.
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THE rOSEBANK TrANSPOrT INTErcHANGE
The Gautrain station has successfully proved that it can be the catalyst 
for more than a station that brings people into the suburb. The interchange 
creates a highly visible identity for public transport. The decision to 
open up the station and allow the train station to be on ground level is 
vital to the promotion of this identity.
 
The interchange also considers the theory of groupform and how that can 
be used to create interesting and usable spaces through the urban realm. 
The theory of visual linkage has also been considered and establishes 
guides for how the project is used. It shows that visual information can 
be extremely effective as a minimalist tool to guide people. However this 
minimalism only works when there is a continuous strand of familiarity 
throughout. This familiarity is achieved through the use of the Gautrain 
colours.
The project also responds to the extensive site investigations done 
during the year. It was established that a major part of public transport 
is pushed to the periphery of the suburb. This makes it difficult for 
the majority of people who comes to the suburb using these forms of 
transport. The project deliberately incorporates the mini bus taxi rank 
and private taxi into the project. The investigation has also shown 
that strong pedestrian links exist throughout the site. To maintain the 
integrity of the retail element, these and new links have been established 
to strengthen the overall project.
All the elements in the project respond to the various movement systems 
investigated The BrT stations are designed to function from the centre 
island along Oxford road. roofs lead pedestrians to the stations. 
Intersecting paths of station and pedestrians demands entrances. Links 
to other activities allow for part of the building to project towards 
the activity.
The project therefore interprets movement through the site and exploits 
these patterns created through structure, texture and colour.
1. Taxi rank.
2. One BrT station.
3. One Station.
4. Platforms.
5. Two Station.
6. Two BrT station.
7. Private taxi drop off.
8. car rental offices and storage.
9. re-established Mutual Square 
link.
10. redesigned pedestrian walkway.
11. Kiss and ride drop offs.
101
Taxi rank plan
Trade stalls and roof section
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LAYOUT
The rank is designed off Oxford road and introduces the motorist to the project. The ranks’ position was 
deliberately maintained off Biermann Avenue in order to maintain the old taxi rank link. 
To create ease of movement in and out of the rank, a new intersection will be installed along Biermann and 
Oxford road.
The rank will incorporate public ablutions(1) to accommodate the commuters and provide short term, lockable 
trade stalls(2) for daytime hawkers.
103
View from trade stalls into taxi rank. Aerial view into the taxi rank.
Aerial view of the taxi rank. View along Oxford road towards One Station.
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AESTHETIcS AND DESIGN cUES
In order to break the scale of the stalls and also create a more intimate and human scale whilst trading, 
the roof varies in height(1) to address these issues.
Once again the roof structure direct commuters towards a focal point(2) which leads towards 
One Station(3).
Visual signs (the large taxi(4), male/female signs at the ablutions(5) and the information signs) are used 
to inform and guide the users through the site.
To create order and provide the uninformed with information in the rank, concrete destination 
text markers(6) are used to guide commuters.
Again the level of the rank is the same as the sidewalk(7), being demarcated only by the bollards(8) and 
different floor textures.
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One Station plan
Section through roof and One station
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LAYOUT
One station is located along the Tyrwhitt link and borders The Zone, The courtyard Hotel, the Kingsmead 
Girls college and the new hotel being built. 
The entrances(1) to the station are placed along the taxi rank- and Tyrwhitt links. The entrance from the 
suburb re establishes the pedestrian link from the college and the hotel. 
In order to promote the safe use of public facalities, the ablution block(2) is placed unambiguously along 
the movement route. 
Tickets for the trains are purchased or collected at the ticket counter(3) which incorporate a lower counter 
for disabled and elderly commuters.
The entry point to the platforms(4) are clearly identifyable as the movement tubes extend from the platform 
and into the station.
Vertical circulation(5) for the disabled and elderly are done through the controlled elevators operated 
by security personel.
The station incorporates a kiss and ride drop off point(6) and parking for motorists is done through the 
five levels of basement parking(7) from the new hotel being built. Pedestrian access(8) to the parking is 
done through the Tyrwhitt link opposite the entrance to The Zone.
Although not designing the hotel, it must be a clear understanding that the new retail stores(9) on ground 
level will assist in maintaing the Tyrwhitt link.
To reinforce the strong history in rosebank and create a sense of civic pride, images of the veterans(10) 
who has street names through out the suburb are shown along the facades.
Design cues was taken from the site and the tree columns(11) was taken as an interpretation of the abundance 
of trees from the suburb.
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View from existing Tyrwhitt link. View from pedestrian link from residential suburb.
Aerial view of One Station. Internal view of One Station.
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AESTHETIcS AND DESIGN cUES
In order to create a visual link to the site, large concrete signs(1) inform the motorist of his arrival 
to the interchange. In order to create a coherent language for the project, colour is used sparingly but 
vividly.
The roof(2) at the kiss and ride allows for coverage and also suggest entry to the station from the taxi 
rank.
In order to provide pedestrians with a sense of safety from Oxford road, concrete blocks(3) are use as 
permeable barriers which are intended to be used as seating.
To visually widen the physical link, palisade fencing(4) are used to allow viewing of the adjoining site.
To promote pedestrian movement, no intermediate level changes are made throughout the site. All crossings(5) 
and transport interfaces are leveled to sidewalk height. A further re enforcing of this movement is done 
through varying ground textures and markings(6), selectively used.
The ablutions(7) are articulated through the use of bright colours and oversized signs.
To visually demarcate entrances more clearly; doors will have a slight tint to them to direct commuters to 
the entrances(8).
To reinforce the strong history in rosebank, images of the veterans(9) who have street names through out 
the suburb are shown along the facades.
Design cues was taken from the site and the tree columns(10) was taken as an interpretation of the trees 
from site. d
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Platforms plan
Long section along railway tracks
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LAYOUT
The platforms(1), approximately 15 meters below street level, are located between the two street level 
stations.
Entry to the platforms are gained through the escalators within the glass and steel framed tubes(2) and 
vertical circulation is done through the pair of elevators at each station 
The crossing bridges(3) over the tracks allow for access to both platforms and also provide the bracing 
support for the opening.
111
View along Oxford road from street level sidewalk into 
opening.
View from platforms to One Station.
View from One Station into opening. Internal view from crossing bridge.
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AESTHETIcS AND DESIGN cUES
The glass and steel frame tube structures(1) have been kept from the initial concept as they expressly 
suggest movement. Signage inside the tubes(2) is also clear and oversized to fall inline with the rest of 
the project.
From the platform level the walls of the station provide an opportunity for digital advertisement and 
information boards. This in turn breaks the scale of the shear blank wall.
In order to create variety within the platforms, a textured screen(3) is used along the edge of the 
college. This is to allow motorist to engage with only that part of the design over the platform rather 
than attempting to look into the platforms whilst driving.
A see thru balustrade(4) along the platform edge will promote visibility for both pedestrian and motorist
To make the building more suggestive of movement, the roofs(5) over the platform entrance follow the flow 
of pedestrian movement into the opening.
The open platforms once again establish the idea of place making for the rosebank station. d
e
s
i
g
n
 
|
 
p
l
a
t
f
o
r
m
s
113
Two Station plan
Long section through administration offices and main entrance
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Two station is located at the intersection of Oxford and Baker road and borders the edge of the Kingsmead 
college, Mutual Square and The Mews.
Because the station relies so much on the link(1) from Mutual Square it is important to read the design 
from The Zone, through Mutual Square to the station.
Entry points(2) to the station are along the Mutual Square link, the BrT and private taxi drop off 
points.
Two station share the same elements with One station through the ticket sales counter(3), entry to 
platforms(4), vertical circulation(5), positioning of ablutions(6) and kiss and ride(7).
The station will make use of a food store(8) to anchor the end of the station and also to provide the 
commuters with a quick snack when not wanting to enter the Mall shopping centre.
Two station also houses the transportation administration offices(9) for the private taxis, Gautrain station 
and BrT satellite office.
Another main feature of Two station is the incorporation of the ccTV offices(10) required for the station 
and surrounding areas.
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Internal view of Two Station. Internal view of Two Station.
Aerial view of Two Station. View along Oxford road to ccTV offices.
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AESTHETIcS AND DESIGN cUES
Both One and Two station use elements of classic station design:
space
light
structure
however the project also makes use of the method of 
overt signage
and
colour 
to inform and guide commuters.
Again screening methods are used to break the continuous glass facade(1).
All counters(2) through the stations will allow for disabled and elderly access. The back(3) of Two station 
is also opened up so as to not turn its back on the existing context and allow for natural sunlight to 
enter the building.
In order to have a human scale to the intimate process of buying and eating food, oversized lampshades(4) 
will by suspended from the roof.
The safety office(5) has been deliberately placed over Oxford road as to promote a sense of observation 
from both inside and outside the station. d
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117 LayoutThe BrT and private taxis are key 
components of Two station and will 
be required to assist the identity 
of the public transport system.
The private taxi drop off point(1) 
will sit between the pedestrian 
route(2) from the BrT station(3) and 
the car rental offices and parking 
area(4). This has been done to 
assist the tourist and day visitors 
in finding alternative, but more 
private and flexible transport, more 
easily.
Three offices(5) will be available 
for car rental companies. These 
have been located just off the main 
movement route.
Private taxi and car rental plan
Long section through roof structures
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Aesthetics and design cues
As with the taxi rank and other motorised interfaces, the 
BrT and private taxi will have no level change(6) for 
pedestrians and ground textures(7) will again inform or 
give clues to direct commuters into the station. 
Overt signage(8) and colour again supply enough indirect 
information to clearly guide the commuter through the 
site.
View from Two Station entrance along pedestrian link.
Aerial view of private taxis and car rental offices. View from Oxford road to car rental offices.
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119 LayoutThe station(1) act as an independent 
control point for all bus commuters. 
Once inside the station the commuter 
is free to journey to and from 
destinations, as long as he does not 
leave the station. 
The station is designed in order 
to cope with the maximum volume 
of commuters using the station at 
a given time (approximately 190 
people can use the new articulated 
buses anticipated for the BrT main 
routes). The station has six bus 
access points(2), raised 600mm above 
the road surface to provide easy 
access to the bus. Two controlled 
entrances(3) and exits(4) sit along 
a ticket counter.
Aesthetics and design cues
The two BrT stations sit on the 
periphery of the project and 
have the ability to be key design 
elements and act as an introduction 
to the overall design. However, a 
conscience decision was made to tone 
down the design issues and let the 
station only respond in height to 
the context.
The BrT station plan
The BrT station section
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Internal view of BrT station. View of BrT Two with a lower roof.
Aerial view of BrT station. View of BrT One with a higher roof. 
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121 Mutual SquareThe revival of movement through 
Mutual Square will require new 
escalators(1) to be installed within 
the existing walkway. Parking for the 
station will be through the existing 
underground parking with pedestrian 
entrances(2) at the Mutual Square 
parking entrances.
In order to establish the link from 
The Mall to Mutual Square, the design 
will not create a new link but re 
enforce the existing link by widening 
the walkway(3) to accommodate the 
influx of pedestrians and provide 
adequate overflow for the restaurants 
along the link(4).
The textured parking(5) on the 
same level allows for the idea of 
pedestrian realm to extend beyond 
the link into the parking bays(6).
In order to re enforce the link 
through Mutual Square and maintain 
the historical value thereof the 
building will only undergo minor 
changes. 
The ends of the existing building(7) 
will be removed to eliminate the 
ambiguity of the existing low 
entrances. A similar concrete sign(8) 
will identify the entrance to the 
station.
The taxi rank plan
Long section through the OMS and ccTV offices
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View from The Mall exit to Mutual Square. View from the parking existing parking square to Mutual 
Square.
Aerial view of existing parking square. Aerial view of proposed link renovation.
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Technical documentation
In order to provide some technical 
understanding of constructing the 
design, Two station was chosen as 
it incorporates the majority of 
design elements found thru out the 
project.
The principle structure of the station 
is a 254mm H-column steel section 
vertical member that incorporates a 
glazed facade. Key to the structure 
is the bracing thereof. Stability 
has to be achieved in two directions 
to ensure the structure is capable 
of being constructed. In order to 
achieve this bracing; haunch beams 
(305x165mm I-sections) are used along 
the length of the facade and cross 
bracing is used in the roof structure 
(200x100mm rectangular hollow 
section) and administration offices 
(250mm square hollow sections).
Three elements aid in the overall 
support of the steel frame structure. 
Firstly a solid concrete anchor wall 
will be erected off which the entire 
structure is constructed. Secondly 
the administration offices provide 
additional support for the station 
and finally, the ccTV offices, 
being constructed from concrete and 
brick allow for the structure to be 
anchored at both ends.
As this will be a public facility 
with no level changes, storm water 
management is essential to the proper 
functioning of the building. 
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All site storm water will be managed 
underground to a trench running the length 
of the property boundary. This in turn 
will connect to the existing municipal 
storm water framework.
Steelwork has been used extensively through 
not only the main superstructure but also 
the ancillary function of the station. The 
tree like columns, although sitting on a 
concrete base use an intricate system of 
steel tubing, ball joint connections and 
specially designed plate connections. The 
ablutions are also designed using a steel 
frame substructure clad in glass.
Subsequent to consultations from the 
structural engineer, it is established that 
the sizes, span and general construction 
of the design is sufficient to construct 
the station.
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141 Stage 01 - Site preperation.
Stage 02 - Anchor wall foundation 
and construction.
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Stage 2 - Anchor wall completion and 
roof structure erection.
Stage 3 - Spread footing foundations 
for vertical columns, construction 
of administration offices and roof 
structure erection.
143 Stage 4 - Administration structure to brace station, continuation 
of vertical supports and roof 
structure.
Stage 4 - Erection of roof structure, 
continuation of vertical supports, 
prepare for ccTV offices and 
installation of concrete signage.
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Stage 5 - completion of roof structure, 
continuation of vertical supports, 
complete concrete structure for ccTV 
offices.
Stage 6 - Super structure and 
ancillary structures complete. ready 
for occupation.
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